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LETTERS TO THE EDITOR 


Dear Adrian, Melbourne, March 1961 


No less than four photographs of my S.G. Ch. No. 1910 E in the second 
issue of the Queartley Magazine gave me a feeling of great pride, but perhaps 
the shortage of photographs was extreme. However the picture of "The original 
LONDON-EDINBURGH" on p. 14 should start quite a controversy. I would 
therefore like the opportunity to say through your columns, that I copied the 
design of my replica from photographs of two other Silver Ghosts, each of 
which has a strong claim to being THE original L to E, 


No. 1 original on p. 14 bears the mark of authenticity of R.R. Ltd., who 
provided the "Flying Lady" with a similar photogrpah on p.58 of the 1951 issue. 
It has Dunlop wheels, cantilever springs on top of the rear axle and a hulbous 
scuttle instead of a bulge in the panel for the driver's foot to reach the 
accellerator pedal. 

No. 2 original (photo enclosed) is taken from that excellent and authentic 
book "From Veteran to Vintage" by KARSLAKE and POMEROY, It appears to have 
the higher Colonial radiator and thus the body would be 2" higher than 3, 

No. 3 original (photo enclosed) is copied from the article in the 
Rolls Royce Rulletin on the CONTINENTAL and also appears in the Silver Ghost 
catalogues from 1912 onwards. The be-whiskered passengers, the ahscence of 
windscreen and the roughly fastened panelling of the scuttle suggest that this 
is in fact the experimental model which made the historic run and that the 
three frozen gentlemen were members of the crew including, Mr. E.W.HIVES, later 
Lord Ilives. It has Rudge Whitworth wheels, underslung cantilever springs, 
the low radiator and the bonnet hinge line continues to the rerr of the hody. 


Perhaps the genuine — original L to E after being taken apart under 
R.A.C. supervision down to the last nut and bolt, was modified during re- 
construction and sent avain to the coachbuilders, so that 1 and 3 are the same 
chassis, who knows? 


My deep interest in the L to E and also its successor the Alpine Eagle 
although shared by other enthusiasts, may »ppear to some members to be 
excessively keen, but there can be no doubt that these ancestors of the 
present-day sports car, more than any other R.R,. model, estal:lished the fame 
of "the Best Car in the World", 

Yours sincerely, Fred Robinson 
EDITOR'S COMMENT 

The demand for replicas of Mr,E.W.Hive's car was so great that many 
coachbuilders copied the design, There is no doubt that Photo 3 is the 
original car taking part in the trial but can anyone tell us who was the 
coachbuilder of this body? 


Holmes of Derby, built the body on "Mystery", a 1912 L to E, chassis 
1826E owned by Val Stocks of Geelong. Hooper & Co. were the coachbuilders 
of the cer on p. 14, Summer 1960-61 magazine although it was R.R. who gave 
it the doubtful label "original" L to E. John Rarker & Co and the Grosvenor 
Carriage Co. built very similer bodies. 


We reproduce an excellent article on the London to Edinburgh by Pr.R,0. 
Reraid together with some photos of L to E body styles. 
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THE ORIGINAL LONDON TO EDINRURGII 


The (0.50 h.p. Rolls-Royce car which recentiy completed a top gear run from London to Edinburgh and back under R.A.C. 

observation. The car, which has a wheelbase of [1jt. 11in., and is fitted with Palmer Cord tyres, $95 mm. x 135 mm., was loaded 

with hollast so as to bring it up to the weight of c complete car with closed body. Actually the dead load amounted to 1,35 Ibs.. 

in-acdition to the passcnger weight of 50S Ibs. The most striking feature of the trial, apart from the fa:t thal the car ran from 

Lond in to Edinburgh and back using top gear only, was the petrol consumption, which, as pointed out in «‘ The Autocar "’ last 

wool, was af the extraordinarily low rate of 24.32 miles per gallon or 57.07 ton-miles per gallon. The car has a six-cylinder 
engine of diin. . jin. bore and stroke, and altained a speed of 78.26 miles per hour on Brooklands track. 


TOP PHOTO NO.3 
ROTTOM PHOTO NO.2 
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TNE LONDON TU EDINBURGH: 1911-19-13, 
by Dr.R.0. Baraid 
Reprinted from EARLY & LATE by courtesy of the Editor, 


In September 1911, a 40-50 h.p. car fitted with a four-seater touring 
body, was driven from London to Edinburgh vie Grantham, Doncaster, Newcastle 
end Alnwick and back agains: the journey wes undertaken with the object of 
showing that the car could make it not only with exceptional fuel economy, but 
also with the use of none but top gear. That the ratio of the latter was not 
unusually low -— it was 2.9 to 1 = wes proved at the end of the trip when the 
cer attained a very high speed on the track at Brooklands. The success of 
this experiment made an effective reply to the performance which had gained the 
Dewar Trophy for Napiers in the previous year. As is well known, the Rolis 
Royce improved on the Napier figures in every way, recording 24,32 miles per 
gallon while motoring in top gear at 20 miles per hour and reeching 78.26 miles 
per hour at Rrooklands (though with what decrease in economy is not recorded), 
Tae car was driven by Mr.E,W.Hives, known to everyone at Derby as "Hs," 

Peside him sat the Royal Automobile Club's observer, an elderly gentleman with 
vince-nez, who in the course of the run frenuently nodded off, hr.C.W. Morton 
relates how in these unobserved moments Hs would coast downhill with a dead 
engine or sweep up a steep incline at well over 20 to avoid the necessity of 
naking a gear change. The observer would be awoken violently by a scream 

from the electric Klaxon at just the right moment to allow Hs to grate in top 
gear or reduce his speed, undetected in the cacophony resulting from the use of 
that most arrogant warning instrument, 


This exhibition clearly made a very considerable impression on the motor-— 
ing world and the press commented on the event in the uninhibited way that went 
with the love of splendour and suecess characteristic of the epoch, "It is 
an undoubted fact that class tells in the case of the crr as in most other 
things, and, in the result of this Rolls Royce test, is to he found confirmation 
of the universal opinion that this cer is facile princens in the world of 
nutomobilism," remarked the Pall Mall Gazette on Septimber 21st. After their 
eerly racing successes the company had tended to emphasize the attractions of 
luxury and great refinement, as in a contemporary catalogue where the 40-50 h.p,. 
model is described as the "Car de Luxe.. The man who goes to Poole's for his 
clothes, Purdy for his guns, and Ilardy for his rods, goes to Rolls Royce for 
his car." Rut after the showing at Brooklands it was obvious that speed was 
one of the most outstanding features of the design, indeed in the incredibly 
elegont low narrow car the firm had produced the prototype of a sports model. 
The enthusiast, much as he may heave admired the performance of the "seventies" 
in the 1908 trial was not able to buy one for his own pleasure; the majority 
of the fast sporting cars of that period were very lacking in that rare silence 
flexibility and smoothness so much admired by many sporting amateurs, Vhen 
it was announced in October that replicas of the “London to Edinburgh" car 
vould he aveilable, orders were not slow in coming, and a small series of 
"L to E type" cars was produced during the next two years. 


I believe the car that was the origin of this type bore the chassis 
number 1701 &, and that »fterwards it was owned by the late Philip Paddon. 
From phs-ographs it can be seen that its body was the narrowest possible that 
could be made to cover the full width of the chassis frame, The very long 
rekish wings with no valances between them and the freme cannot have heen very 
effective in preventing mud from splashing over the body. A shallow projection 
on the right side of the scuttle was presumably made to permit the driver's 
Toot to use the throttle pedal. From the scuttle the bonnet tapers to a low 
radiator, presumahly the 20 inch type which was standard at that time, The 
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1912-13 LONDON TO EDINBURGH BODY STYLES 


Cabriolet to the order of Mr.Thos.F.Rarlow 
Sporting body by Holmes of Derby 
Special body for the Duke of Sutherland 
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striking difference between this car and any other contemporary Ghost was the 
provision of cantilever rear springs sliding in trunnions attached to the under 


surface of the back axle casing. This arrangement was the distinguishing 
feature of the early "L to E" type cars, for at that time the standard 40-50 
h.p. chassis had } elliptic rear springs. "L to E" tyne cars with chassis 


numbers higher than 1994 mounted their cantilever springs over instead of under 
the exle, as did all "Silver Ghosts" from chassis 2100 onward, 


The tapering bonnet was a new design, and indeed was known as the "L tok" 
type bonnet. The engine beneath it was described as being more efficient than 
the ordinary "Ghost," but some critics found it slightly noisier, The only 
obvious difference was the large carburettor. From the spare parts catalogue 
for the 1700-2600 series I found thet the piston valve measured 8, 7/16 inch 
in length as compared with 34 inch; that the throttle body, throttle lever, 
cylinder end, low speed jet, valve rod, throttle guide and spring were ell 
slightly enlarged as compared with those of the standard cerlhurettor, The 
compression ratio was slightly higher than standard and perhaps this was 
achieved by omitting the packing beneath the cylinder blocks, for the catalogue 
has no mention of special "L to E" type pistons or blocks. The effect of these 
measures was an increase in b.h.p. of about 16% at 2,000 r.p.m. 


In "Memoranda on Fitting Coachwork" in 1913, RR, Ltd. point out "if a 
customer recuires a duplicate of the "London to Edinburgh type" car and wishes 
to obtain the same speed, then the dimensions of the seats, etc., should he 
retvined exactly as et present, If on the other hand, the customer renuires 
comfort rather than speed, then the front seat should be increased two or three 
inches in width." The coachwork fitted varied to a surprising extents the 
popular concept of a specific "L to E type" body has resulted from the frequent 
reproduction of photographs or drawings of cars of very similrr shape, the 
velleknown style of which is universally admired. Study of the pages of 
contemporary motoring journals reveals the true variety of appearances, 

"The Autocar" have supplied me with enlargements of old photographs of many 

of the more unusual versions which they illustrated in 1912 and 19133 these 
make a fascinating study. In 1912, Mr,Thomes E.Farton was supplied with a 
epbriolet built by the Midland Counties Garage of Leicester, The wings of 
this car are rekish in the classical "L to E" manner, but perched on the chassis 
is a two-door drophesd body of fair height and width with landau irons on 

its hood and presumably the usual eleborate interior trim. Early in 1913 
Mr,Cummings, accompanied by Mr.Jiario Rests, is shown at the wheel of his 

"Tl, to E" type Rolls Royce. Mr,Cummings wears a bowler hat and his overcoat 
has an immensely thick fur collor. His hand rests on the ignition switch, 
perhaps with the intention of restarting the engine immediately the photograph 
has been teken, The body of the car is a tourer, but herdly a rakish one, 
The scuttle sweeps up sharply to a two-piece folding wind-screen, the hody 
sides are very high and wings are of archaic appearance, the front ones being 
flat topped. with t-elliptic rear springs and a flat bonnet the car would 
heve passed as a standard "Silver Ghost" of a year or two earlier. Similarly 
a touring car by Cann & Co., eouipped with a Fentonson "Ilermes" windscreen, 
with high sides to its comfortable wide body and wooden snoked wheels, 
contained seats of a size and shape to rival any found in a London club, 


A most exquisite snecimen was illustrated in "The Autocer" for July 26th, 
1913, subsenuently in the RR. cntelogue. The hody is very small and lor 
with delightful mouldings emphasising the shape of the doors, The tonnet 
line continues straight throuzh along the body to terminate in a hack that is 
at once rotund and delicate. The front wings are sunerbly shaped with gentle 
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curves and suggest Barker as a likely coachbuilder. The chassis frane 
is entirely exposed. An other sporting four-seater of similar merit pictured 
in that year must have startled contemporary eyes by its dashing beauty, just 
as much as it captivated readers of Mr.Neville Minchin's "Under My Bonnet” 
some four decades later, Its lines are of classical severity with front 
wings that start by following the curve of the wheel, and then run straight 
back to meet the short running board on which tool and battery boxes are 
mounted, While the front windscreen is adjusted to a low rake, the rear 
windscreen is perfectly vertical and provides a focal point of attention to 
chich everything builds up. Even more sporting, a body by Holmes, of Derby, 
is so low that the whole steering wheel projects above the body line. 
Incredibly rakish wings give the machine an air of great speed but velances 
are placed to stop the mud thrown up by the wheels from reaching body. The 
single spare wheel mounted in a well formed at the centre of the running 
board is of convenient height for use as an arm-rest by the driver when 
tooling silently round town, though it is difficult to imagine this car an» 
setting but that of a long fast road. For the Duke of Sutherland an "J, to 
type" was built with coachwork of especis! splendour. The passengers in 
the rear compartment were protected by a Victoria phaeton* hood of glerming 
leather, which together with a rear screen and nearside curtsins formed ea 
delightful little box, a sort of forerunner of the cabriolet de ville. Yet. 
had this superstructure been removed, the body would have had all the racy 
qualities associated with the "L to E type", It was so narrow that a buige 
was necessary in the scuttle-side for the accommodation of the driver's 
throttle-foot,. There was a two-piece folding windscreen and the bulb horn 
hoasted several convolutions, The bonnet and battery hox were embellished 
with a thick dark stripe bordered with two fine light lines and lining 
extended to the wheel spokes and even the detachable rims. 


Though this chassis was fitted with many different types of coach-vork 
satisfying the varied tastes of their owners, some of the latter did not 
overlook the original conception of the car as one of high performance. 

One of these, James Radley, entered for the 1912 Austrian Alpine Trial. 

As is well known, the car failed to take the 1 in 4 section of the Katschherg 
road until relieved of its load of passengers. To redeem the company's 
reputation a team of special "Continental London-Edinburgh" cars was produced 
for the 1913 event and the story of their success is now legendery. These 
machines possessed the "L to E" features of high compression engine, larre 
carburettor, tapered bonnet and cantilever rear suspension (though by then 
the latter tvo features were standard on all Rolls-Royce cars) end the 
"Colonial" or "Continental" type features of greater ground clearance (an 
extra inch measured at the flywheel guard), a four-speed gearbox, a higher 
radiator (the 22 inch type) and bonnet and a larger fan. 


In addition, an auxiliary fuel tank, a taller radiator filler, and other 
smaller details were provided. 


Thus was evolved a sporting type of chassis that differed only in detail 
from the standard 40-40 of its time, that wes produced in a small series 
taking its name from the London to Edinburgh run, and that in its turn gave 
birth to the Alpine Trial cars, While the type of coachwork fitted varied 
greatly eccording to the taste of the owner, the classic torpedo was probably 
the most popular design, and I think I eam not alone in regarding this motor- 
car es the most beautiful that the world will ever see, 


*Phaeton, son of Helios the sun-god, was famous for his bad driving of 
the sun chariot - Concise Oxford Dictionary. 
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SLIDING 
TRIROT ILE The Rolls-Royce two-jet 
carburettor, float chamber 
and control rods for jet 


adjustment. 


OPERATION : Ise Staae. 
Engine draws on the low-speed 
jet A through ventur: B. %&ng 
Stage.- Engine accelerutes§ and 
increased suction lifts piston C. 
which raisea disc vaive D, admit- 
ting extra air through venturi E 
(but not sufficient to draw fuel 
from the high-speed jet PF) to 
balance the mixture. 3r@ Stage. 

Purther enxgine acceleration lifts 
piston C and valve D stil) further. 
bringing the high-speed jet F into 
operation, with extra air flow 
through the porte at G according 
to throttle opening. A mixture 
lever on the steering whee! is cun- 
nected to the levers H and J for 
controlling fuel flow from the 

Jew FP and J 


NOTES ON THE 40/50 H.P.. ROLLS ROYCE CARBURETTFR 
from Michael Vivian of the 20 Ghost Club 


The diagram shows the carburetter fitted to the original Silver Ghost. 
Although the position of the components and the levers were changed on later 
cars the principle of operation was retained on all Rolls Rovces up to 1934, 
Operation is as follows. When the engine is idling the mixture is supplied 
from the low speed choke and jet. As the engine speed is increased, this jet 
will tend to richen (a characteristic of a simple jet assembly) but at this 
point the disphram covering the high speed choke is raised slightly, which 
allows air to enter via the high speed choke tube, thus affording automatic 
compensation, 


On further increase of speed, the diaphram moves to a higher position, 
and sufficient air is then passing through the high speed choke tube to bring 
the high speed jet into operation. At this point both jets pre in full 
operation, and egain a further increase of speed would cause increased richen- 
ing of the mixture from both jets. This is compensated for by the extra air 
ports being opened. 


40 


The automatic compensation outlined above is obtained by a hollow bress 
piston which is a free working fit in its cylinder. The under face of the 
piston head is subject to atmospheric pressure, whilst the chamber formed by 
the top of the cylinder, the walls and the piston top, is seeled and is in 
communication with the engine depression through small bleed holes, When 
the top chamber is exhausted, the piston will rise against a loading spring 
which governs the rate of the piston's movement, The piston carries at its 
lower extremity the diaphram, on a semi-universal mounting. 


The jets themselves are fairly large diameter tubes into which are 
inserted the conical portions of the jet needles, the jet orifice itself 
being in the form of an annular ring. The positions of the conical valve in 
the jet mouth is adjustable externally, through the medium of threads and 
nuts to which are clamped the control levers, The letter are linked to the 
mixture control on the steering wheel, 


To enable the action of both jets to be similar; when the mixture lever 
is operated, the low speed jet control nut has a lefthend thread, whilst the 
high speed jet control nut has a righthend thread. This is necessary because 
it operates the jet needle indirectly through a lever. It will be seen that 
with this arrangement, if the two control levers are ganged together, the 
effect on both jet apertures will be similar. 


THE FOLLOWING ARE THE MOST PROBABLE CAUSES OF TROUBLE;. 
1, Air Valve not functioning correctly due to3- 

(a) Excessive wear ceusing the air valve to rise too quickly, due 
to the suction being applied to the top chamber around the top land of the 
piston through the ring of holes around the groove, in conjunction with the 
bleed holes. The remedy is to fill in the bleed holes completely with solder, 
Fut be very careful how you do it ss excessive heat on the piston cen warp it, 
If this filling in of the holes has already been done, the only cure left is 
to have the whole piston and cylinder reconditioned. This can be done by 
coating with pure tin or electrplating and machining again, 


To check the fit of the piston, remove the whole piston cylinder unit 
from the carburetter (it unscrews),. hold it vertically in the seme position 
as it is when mounted on the carburetter, press the piston to the top of 
its travel against the spring, and it whould take 24 to 8% seconds to fall. 


(b) The coil spring over the piston may have been stretched. 
“hen the lid is in position, the spring should barely contect the top of the 
piston face (assuming, of course, that everything in that department is 
fitting properly. ) 


(c) The diaphragm of the piston should be in such a position that 
when the piston is et the bottom of its stroke, .020" to .025" should be 
visible along the top of the ports (as shown on the diagram), 


(da) The bedding washer may have been omitted from the carburetter. 
This washer is approximately .065" thick, aluminium or fibre, and its thick- 
ness is important in determining the correct relative position of the piston 
in the carburetter, 


41 


2. The jets may not be functioning carrectly due to :- 
(a) Dirt or foreign matter congealed in the flutes of the needles. 


(b) A spring may be broken or sticking below the high speed jet 
needle, causing failure of the needle to follow the movement of the control 
lever. 


(c) Jets incorrectly adjusted. 


THE JETS SHOULD DE ADJUSTED AS FOLLOWS:— 

LOW SPEED JET, Undo the clampin g bolt on the control lever, turn the 
knurled screw clockwise until the lower face of the nut commences to leave 
the top face of the bush in the carburetter. This shows that the jet is 
seating in the jet mouth, The adjusting nut should then be turned back 
about 2/8rds. of a turn, which will raise the jet needle a pre-determined 
amount, and with the mixture control on the steering column in the central 
position, the clamping bolt should be re-tightened slightly. This will 
enakhle the engine to be started and run, It may be necessary when the 
engine is warm to give a final adjustment by a slight movement of the 
adjusting nut either way to obtain the optimum carburation; but keep the 
mixture lever in the central position throughout the adjustments, The 
engine speed, when the final adjustment is being done, is critical; the 
r.pem. recuired are those which cause the air piston to lift the smallest 
amount possible from the "at rest" position, You can see this through 
the extra air ports. The optimum carburation is of course judged by the 
running of the engine at low r.p.m. 


HIGH SPEED JET, It is not possible to give a mechanical setting for 
this jet (as has been described above for the slow speed one) as the jet 
needle cone is smaller in diameter than the mouth of the jet tube - thus it 
provides no datum, as the done merely goes further and further into the tuhe. 
This jet should be set by running the enyine at a higher speed than for the 
slow one, so that the lower stem of the air valve piston has just commenced 
to onen the extra air ports. A trial should be made by accelerating the 
engine, and, with the mixture control lever in full weak position, definite 
"popping back" should occur as the engine is speeded up. With the mixture 
lever in the central position, it should accelerate smoothly and with no 
flat spots. The engine should then be checked under load, I'm afraid 
this bit is rather nebulous, but the correct setting can only be done by a 
hit and miss technicue, Generally speeking, when the carburetter was 
originally set by Rolls, they marked the knurled setting nut with a line which 
stretched across one side of the nut and across the top of the snindle,. 
Moreover, the spindle wes normally filed down do that it was flush with the 
top of the adjusting nut when the correct setting had been achieved; so if 
you get it into this position, you may find that it is not far out, with 
the mixture control lever central. 


OTHER POINTS; The air piston valve must never be oiled. It runs 
ebsolutely dry, and oil merely makes it stick. Also make sure that the 


throttle is working freely - otherwise you will get surging. 


Petrol level. When the carburetter is horizontal, the level should 
stand about 3/16" below the top of the jet tubes, 
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YOUR CARBURETTER 
by Les Sproule 


The Rolls carburetter up to 1935 is of the automatic expanding type. 
When we first take a R.R. carb from the engine and strip it down we are 
struck by the small choke tubes fitted to the carb. We know, as a working 
rule, that a bore of 3" and a stroke of 4" and an engine running at 2000 revs 
per minute would resuire a choke tube of 1 inch dia. which would increase 
the speed of the air through the choke tube to about 800 ft. per second, 
by this we would say the choke tubes in the R.R. carb would be about 1 5/16"dia. 


Now what do we see in our R.R. carb. The large choke tube is 23 M.}'. 
(.905") and the small one about half of the large. This may lead us to 
think that something must be wrong until we start to reason why this clever 
engineer did this. We know that a simple jet carb without any refinements 
pulls rich at high speeds but also gives great atomisation. The small 
choke tube in the R.R. carb. does just this. Thus the slow running choke 
tube is made the exact size to give the correct flow of air and petrol at 
the lowest speed and load required. 


As the speed or load are increased the small choke tube draws more fuel 
from the jet up to the point when maximum air is getting through. Your 
mixture has richened es your speed hes increased and adjustments are made 
hy regulating the taper jet and stend tube as reauired, This first jet 
is always in action while your engine is running contrary to most other 
carbs. As the extreme position is reached, the suction in your engine 
increases and lifts the piston in your carb carrying with it the cover (as we 
will call it) from the large choke tube and nllowing the engine to draw 
mixture from the main choke, As this cover rises the mixture becomes rich 
also, but if you look at your carb, there ere vents in the side of it of 
rectangular shapes. These admit the exact amount of air renuired to keep 
your mixture correct at all speeds end loads. It is slso known that a 
moving part, as a piston in a csrb, always lags behind your engine, that is 
why the piston is so lightly constructed so as to reduce this lag to a minimum, 


Now we will take a look at the Taper Needle Jets, You will notice that 
the Jet needles have a cover over the taper with a series of shapes in them, 
It is known principal thet as a sphere hits an obstacle it comes off at the 
angle it goes on, then the mixture from your jets comes off at anprox 90 deg. 
to these steps in the jet and air passing through these tend to break them 
up and give perfect atomisation of the fuel. All fuel leaves a jet in the 
form of a sphere if seen under a magnifying glass, which form is hardest to 
break un. You will notice the large choke tube is a peculiar shape on 
entering the mixing chamber, this with the moving cover takes away all 
tendency for a flat spot in your carburettor and adds turbulance to your 
mixture. Readers, it is well to remember if your carburettor is adjusted 
properly an? is in good order you will not gain anything by fitting another 
make of carb, Sir ‘Nenrv Rovce made your carb. to suit your engine, It 
will work as well and is as well made as eny other part of the car, Good 
advice is; once ndjusted don't alter it just keep clean as instructed, Do 
not blame your carburetter for anything that goes wrong it is about the last 
thing to blame. 
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NEWS FROM SYDNEY 


A picnic gathering near the beach at Clontarf on Sunday, February 
12th, enabled many N.S.W. members to leisurely enjoy some of the good 
things of life. There was no competition but we swam and then 
unpacked hampers of food and wine under the shade of the trees. 

Some talk about a certain make of car was overheard and a dozen 


John Andrew's 
1921 40/50, 
recently 
repainted. 


Mr,& Mrs, 
M. Lamrock 
were welcomed 
to their first 
event in their 
1926 P.1. 


Jack Dance 
and family 
with their 
25/30, 
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INVITATION RUN TO PALM BEACH 
SUNDAY, APRIL 9th 


By GAVIN souTER of PPX 


(EYEE 112 diners at Jonab’s Restaurant, high 
BE above the Paciic Ccean at Whale Leech, were + 
very mixed lot: butcher, solicitor, printer, wool- 
buyer, bank clerk, cabaret proprietor, hire- 
purchase officer . 

But they had one thing in common. Their 
32 motor cars, packed into a tiny parking space 
like top-hatted statesmen waiting in an ante-room, 
were all Rolis-Royces. 

Now, as everyone knows, there is something 
about a Rolls-Royce. It’s not simply that Rolls- 
Royces are uncommon (New South Welshmen buy 
about 25 of them each year) or uncommonly ex- 
pensive (the Silver Cloud II costs £8,950 plus 
£565 for air-conditioning). Even in a herd such 
as the one at Palm Beach, each Rolis-Royce re- 
tains its distinction; it is as if a herd of elephants 
were composed entirely of albinos. 

Nor is it that all Rolis-Royces are beau‘iful 
or exclusive. Mr Ray Wilson's 1960 Silver Cloud 
does have an undeniable steely elegance; but 
“Emily,” a 20-horsepower from 1922, is rather a 
plain little piece, and “Christopher,” a 1911 Silver 
Ghost which used to be a hearse, is downright ugly. 
The Rolls-Royce Phantom V was so exclusive that 
the company would sell it only to Heads of State, 
but it is not impossible to pick up a 1929 Phantom 
t today for £200. 

It is not the slatted radiator which dis- 
tinguishes the Rolls (some of the earlier models 
have no slats); nor is it the standing Spirit of 
Ecstasy mascot (on some models she kneels) or the 
black “RR” above the radiator (before the death 
of Sir Henry, Royce in 1933, the initials were red). 

Well, what is it about Rolls-Royces? Of 
course they are fast (in 1939 a Bentigy, which is 
actually a Rolis without a Rolls radiator, kept up 
112 miles per hour for five minutes on a German 
autobann), heavy (the 1928 Phantom I weighs 
Slicwt) and capacious (the setrol tank of the 
Phantom HI, V-12, holds 32 gzalions). But it was 
ndanz of these characteristics alone, surely, that led 
Lawrence of Arabia to set his Rolls “above rubies,” 
or Brigadier-General Sadleir-Jacksou of the Ninth 
Lancers to describe his Army Rolls as “a verv 
gallant car indeed.” 

What was it? A recent invitation run to 
Palm Beach and Concours d’Elegance at Coal anc 
Candle Creek—held by the Rolls-Royce Owners’ 
Club of Australia to commemorate the coming to- 
gether of the car builder Sir Henry Reyce and the 
financier Chari¢s Rolls in April, 1906—seemed a 
good oppottunity to find out. 


Thirty-two Spirits of Ecstasy, Standing or 
kneeling on top of 32 slatted or honey-combed 
radiators, set out in groups of three from the Town 
Hall at 10 o’clock on Sunday morning and prc- 
seeded at a dignified 30 miles per hour across the 
Harbour Bridge, through French’s Forest and up 
past the northern beaches. 

We travelled in threes to avoid any trouble 
with the traffic police. It would have taken a very 
audacious constable indeed to book a line of 32 
Rolls-Royces; but the association’s secretary, Mr 
David Larking, was taking no chances. _ 

It nad rained briefly in the city, but zealous 
chamois cloths had repaired this damage and ty 
the time the first Rolls—a 1907 Silver Ghost calte< 
“Snowdrep”—had reached Collaroy, the sun was 
out to stay. “The Pumpkin,” a bright yellow 1928 
Phantom I which carried PIX’s camera, had an 
open Landau body, and a salt breeze blew in over 
the driver, Mr George Sevenoaks, and his wife. The 
paintwork shone, the leather upholstery was nev. 
the engine went about its business at little more 
than a murmur, and the year might very well hav~ 
been 1928. 

There was nothing old-fashioned, however, 
about the beach crowds which cheered and clapped! 
us on our way through Collaroy, Narrabeen anu 
Newport. Girls in swimming costumes waved from 
the. footpath, and their beach-shirted boyfriends. 
hurriedly consulting light meters, reached™for their 
cameras, At Avalon the trios of Rolls-Royces 
glided into a parking area like flights of aircraft 
coming in to land. Swimming costumes and beach 
shirts soon surrounded them. 

Then, back into our cars and off to Jonah’s 
Restaurant for lunch. As “The Pumpkin” passed 
out of Avalon, a youngster called out: “Look at 
that old bomb!” 

“Bomb! Irreverence!” snorted Mr Sevenoaks. 
“To the kids any old car’s a bomb.” — ; 

Parking space was at a premium outside 
Jonah's. Gordon Pennington’s 1937 Rolls bumped 
against a tree and lost some black paint from a 
rear mudguard, but “The Pumpkin” squeezed in 
safely beside it. 

“The Pumpkin’s” iirst owner was the late Mr 
©. S. Paul, general manager of Schweppes Ltd. in 
England. From the Paul estate it passed to Mr 
Francis James, editor of “The Anglican” newspaper 
in Sydney, who later sold it to Mr Sevenoaks, a 
used-car dealer specialising in Rolls-Royces. 

This is one characteristic of most Rolls- 
Royces; their histories are carefully recorded, either 
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in the card index at Crewe (if Rolls-Royce does 
the servicing) or by a sort of oral tradition handed 
down by successive owners in much the stme way 
that the Polynesians preserve their genealogy. 

“My car left Manchester on Novemter 13, 
1907, and was shipped to the Governor of Bengal. 
Sir Alex Keith-Fraser,” said Mr Adrian Garrett, 
the young management consultant who owns 
“Snowdrop.” “Snowdrop,” or “The White Ghost” 
as it is also called, is one of only four 1907 Silver 
Ghost Rolls-Royces left in the world. One is in 
the United States and the cther two are in England. 

“When Sir Alex died,” said Mr Garrett, “the 
‘White Ghost’ came back to England and was used 
by the family. Later on it was left sitting in the 
open for 20 years. I bought it off a scrap dump 
in Devonshire for £35. The fellow tried to tell 
me it was no good, but as soon as I saw the 
wooden wheels I knew it was something special.” 

Such histories as “The Pumpkin’s” and “The 
White Ghost’s” are made possible only by dura- 
bility. “They were built to last,” said Mr Seven- 
oaks. ‘Where is the Model-T Ford today? They 
rade millions of them, but you'd be flat, out sol- 
jecting a handful of them in N.S.W. now.’ 

if history is another of the Rolls-Royce’s 
characteristics, so is luxury. Few experiences_ir 
this world can be more comfortable than sitting 
back in the padded vastness of a prewar Phantom “ 
{{1, mirrors at either side, and a writing table in 
front. Miss Elizabeth Griffin, of Pymble, has a 
cocktail cabinet in the back seat of her black 1926 
Phantom I, and Mr and Mrs J. Fisher-Pollard, of 
St. Ives, have a manicure set and sewing kit 
secreted in the walnut and mahogany Mulliner 
body of their 1938 Phantom HI. 

The V-12 engine of the Fisher-Pollard 
Phantom III is a smaller version of the Merlin 
engine which powered the Spitfire, “We had her 
up to 90 ona trip to Melbourne,” said Mr Fisher- 
Pollard, “which is not top speed. She cruises at 
75 to 80, Like a rock. On the Melbourne trip, we 
got 11.2 miles to the gallon.” 

As Mr Sevenoaks says, the Rolls is built to 

fast. The Fisher-Pollard Phantom has cone only 
35,6CO miles, but Mr George Green’s “Alpine”— 
a 1912 Silver Ghost chassis with a rakish 1928 
Van den Plas sports body—has about £00, 00 
miles to its credit. At one stage in its career, the 
“Alpine” pulled a plough. (“The Pumpkin,” inci- 
dentally, was hooked on to a 1écwt caravan the 
other day and started off in top gear.) 

Mr Green, a Sydney woolbuyer with a 
penchant for vintage cars, own’ five of the old- 
model Rolls- sRovees which took part in the Palm 
Beach run. He himself drove a beautifully made 
replica of the Silver Ghost which Charles Roils, 
an enthusiast (fatally enthusiastic, as it turned out) 
aviator, used to carry his balloon basket. 

Another Silver Ghost had been left standing 
for seven years when Mr Dick Heher bought it 


for £60 last year. “Mr Green and [ freed her 
valves,” saiu Mr ticher. “IT was on the crank- 
handle waile he wes freeing them; and she started 
first curn of the pana a 

Mir Heher also owns a 1929 Pinantom | with 
German silver door handles and Zeiss headlamps. 
“She arrived out here in September, 1929,” he 
said, “and was delivered to a Mr Alexander in 
faitland, Mr Alexander drove her for four years 
and then bought a Phantom II and put this one 
up on blocks for 17 years. On a trip to Moss 
Vale she did 14 to 15 miles to the gallon, punching 
plone at about 50. She’s only done about 84,500 
miles 


Adrian Garrett also gets about 15 miles to 
the gallon from “The White Ghost,” although it 
has never been rebored in all its 54 years. “It still 
has the original pistons,” he said. “I took it down 
with the intention of reboring, but found it 
wasn’t necessary.” 

Scrupulous engineering, comfort and _ tradi- 
tion have all combined to create what one his- 
torian of Rolls-Royce Ltd, has reverently called 
The Name. And in the final analysis it is this 
mystical catity rather than any single contriduting 
factor which distinguishes the Rolis-Royce. 

The Holls-Royce is not the fastest car in the 
world, and the power of its brakes, the accuracy 
of its steering and the smoothness of its suspension 
are possibly equalled by several other cars. But 
no other car has a Name that can evoke by its 
mere mention quite the same stories of opulence 
(one maharajah is said to have installed a gold 
throne in his Phantom V). prestige (legend has it 
that Rolls-Royce paid £7,000 to get back one of its 
old cars that had been put into taxi service) and 
imperturbable confidence (legend also has it that 
the company, having flown two mechanics out to 
Egypt to replace a broken back axle, and, having 
duly received a request for the account, replied 
blandly: “You must be mistaken; our axles do 
not break”), 

It was this Name which really distinguished 
the 32 cars drawn up in line for the Concours 
d'Elegance at Coal and Candle Creek. While the 
owners fussed around their cars, two judges—Dir 
A, Griffin and Mr C, White, from the Alvis Car 
Club—moved down the line inspecting elegance 
of design, cleanliness of engines, and the general 
condition of the cars. 

There were only three winners (“Regina,” Mrs 
George Green's 1914 Silver Ghost; George Seven- 
oaks’ “Pumpkin”; and Len Partridge’s 1937 25/30 
coupe), but the other 29 drivers all seemed to 
have enjoyed the outing. They had shown off 
their cars, they had lunched with their own ilk, 
and now, back instde their creat machines, they 
were driving home like Gullivers shouldering their 
way through the Lilliputian hordes of Holdens and 
Volkswagens. 


PIX. May 6 i76l 
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AT RECENT EVENTS 


Five Veteran Silver Ghosts at Warragul, Victoria. 


George Sevenoak's 1939 H.J.Mulliner, Sedanca de Ville Wraith. 


Pa 


Mr.Scan's 1957 Cloud, Mr.Bailey's 1956 Cloud, Mr.Green's 1959 Dawn. 
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NEWS FROM MELHOURNE 


At Warragul on 19th March, in the Rrighton—Moe Rally of the Veteran Car 
Club of Australia (Vic.) five of Victoria's six mobile veteran Silver Ghosts 
took part.’ In the picture on page 49 are left to right - Jim Cooper, 1914 
ch, 40 YB: Harry Markoff 1915 ch. 3 ADs Maurice Markoff 1912 ch. 2006: 
Fred Robinson 1912 ch, 1910E: Claude Reilly 1914 ch. 6 TR, Reg was absent 
owing to illness, but is now much better. He and some of the others also 
participated with 60 veteran cars in «a charity procession in Melbourne streets 
on 26th March, for the Heart Foundation Campaign. 


The Annual rally of the Combined Vintage Car Club, was held on Easter 
Monday on the Reserve at Kalorama, which is a delightful spot in the Dandenong 
Ranges about 26 miles from Melbourne and 1,550 feet above sea-level. Cars 
assembled in the gardens near Government !louse and, starting at 10 A.M., moved 
off in groups heading for the Dandenongs. On their arrival at Kalorama the 
weather, which hed got off to a doubtful start, changed its mind and a rerfect 
day resulted. The organizing committee did a magnificent job and the whole 
day for competitors and spectators was a most enjoyable one and a bif success. 
The Rally was open to all cars made between 1917 and 1930, to Post—Vintage 
Thoroughbreds up to 1939 and to pre=1917 Rolls-Royces, and almost every year 
from 1912 was represented, The five events of the day, were much enjoyed by 
the contestants and the huge crowd of spectators. In the concours d'elevance 
lst places were won by Fred Robinson for Edwardian cars and Leighton-‘Yest for 
Post Vintage Thoroughbred cars. For once Jim Kelso earned a reputation for 
slow driving. 


NEWS FROM ADELAIDE 


The Barossa Valley Veteran Car Rally was conducted by the Veteran Car 
Section of the Sporting Car Club of South Australia on 29/30th April, 1961, 
under the sponsorship of Golden Fleece and was attended by Seventy five 
veteran cars including the following Silver Ghosts:- 


1912 1910E Fred Robinson Victoria 
1912 2006 Maurice Markoff Victoria 
1913 2320E Lance O'Neil South Australia 
1914 40 YB Jim Cooper Victoria 
1914 6 TB Claude Reilly & Jim Bickett Victoria 
1915 3 AD Harry Markoff Victoria 


All competitors had a most enjoyable time partaking of the vinous 
hospitality. The highlight was a half-day pic-nic at Hoffmens vineyard in 
becutiful surroundings with autumn sunshine. Many photographs were taken of 

he six Rolls-ltoyces lined up together. (Where are they? Ed.) On the 

Sunday night all the Rolls-Royce owners, their wives and passengers were 
entertained in the home of Mr. & Mrs.Charles Wright, who provided a sumptuous 
buffet dinner and Gavin Sandford-Morgan provided the licuid refreshments. 

This developed into a meeting of the South Australian branch of the club and 
proposals were made for transporting South Australians to ‘Yagga. The men 
then inspected Charles' P 11] Limousine (ex.E.S.& A.Benk), Silver Ghost Tourer 
143 AG and unrestored 1911 chassis No. 1524. During the weekend the five 
Silver Ghosts between 46 and 49 years old demonstrated their relishility by 
travelling a distnnce of 1,100 miles from Victoria to Adelaide and back with- 
out mishap or mechanical breakdown, Four of the cers had recently undergone 
major engine overhauls and this was their first really long journey. It 
needs a long leisurely trip to experiment with the best carburation and ignition 
settings, and Fred Robinson reported 17} miles per gallon at 45-50 m.peh, when 
the right setting was found. 50 


THE ROLLS=ROYCE 20 H.P. LIGHT SIX AND ITS PUBLIC RECEPTION: 19992 
Prepared from the Autocar by Peter Harwin 


"No car has excited so much controversy as the new 20 H.P. Rolls-Royce" 
exclaimed the caption beneath a photograph of a handsome "Twenty" tourer in 
"The Autocar" of Nov. 3rd, 1922 (p.933). The attitudes behind this merk 
the importance of the 20 H.P. as an interesting development in R,R, history. 


Immediately before, during, and after the Great War, there was only one 
model, which was the 40,50 H.P. Most people, not unreasonably, thought of 
"the Name" simply in terms of The Silver Ghost. Because of its excellence, 
any new model was bound to be translated into the "Ghost's" way of behaviour 
and criticized if it were too different, 


Since there hed been numerous social and economic changes after The Yar 
(more owners were prepared to be seen driving a motor-car, and less were able 
to afford the associated luxuries of 50 H.P. motoring), The Company specifically 
constructed an "owner-driver" model of 21.6 H.P. (The writer hopes its 
specifications will be discussed in later articles), The following "boiling- 
down" of correspondence in "The Autocar" issues for late 1922 covers the 
typical public reaction to some degree ... 


One correspondent peevishly wanted a scaled-down Silver Ghost. He 
omitted to explain the real point of this. Another (noble) writer testily 
added "surely this new model is not an owner driver's model." He was wrong 
of course. 


Mr,Royce's quietly optimistic description of the 20 H.P. of Oct. 6th, 1922 
(pp.644-'47) did not go unnoticed. The first published reply smartly attacked 
a number of features, not without sarcasm, It came from a Mr.Leslie Northcott, 
Most subsequent letters directly or indirectly argued about his contentions. 


Though admitting he had neither tried nor seen the "Twenty", (a common 
complaint of many of ‘the correspondents), he criticized eight features. 
Ne objected to push-rods operating the o.h.valves, claiming the o.h.c. to be 
more efficient. We cited Napier, Lanchester, Hispano-Suiza end others, 
The oil consumption of 1,000 m.p.g., quoted by Royce, was criticized as too 
high for a car of 20 H.P.. He objected to hand-operated shutters (instead of 
a Thermostat), satirically suggesting that R.R, might also care to fit a driver 
operated oil pump for engine lubrication, 


Then-came the cuestion of the 3 - speed central-change gearlever3 a 
vexed one this; Why Three? Did R.R, think owner-drivers were afraid of 
changing down? And was it to always be a 4 passenger car only? (This was 
in reference to its central position and other passengers). 


Questions came fast and furiously now, Why no front-wheel brakes? 
Why semi-elliptic rear springs? Weren't cantilevers good enough? He even 
darkly suggested thst perhaps the 40/50 (cantilever) springs were therefore 
not as good as the Company thought ... 


Next he attacked the defenceless spare wheel, placed by Mr.Royce at the 
very back to assist roadholding. Not only would it get very dusty, hinted 
Mr.Northcott, but since the rear springs were claimed to be so good, and the 
shock-dampers efficient, it was simply redundant in that position. 


Finally, the externally-pleced petrol gauge was victimised. Was it not 
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on the instrument board because there were too many instruments there already 
or was there no reliable gauge available? "Would the designer ever think of 
fixing the speedometer to one of the road wheels, or the armmeter inside the 
accumulator box ...?" 


Replies lacked neither liveliness nor crustiness, The first (p.778), 
began "Who is this Mr.Leslie Northcott who has written you such a strange 
letter ..." This unfortunate, who really contributed little beyond advising 


Northcott to try a 20 H.P., was severely reprimanded as being discourteous, 
irrelevant, presumptuous, unable to answer Northcott's erguments, and writing" 
ees an ill-mannered and offensive reply . 


"S.N" (p.778), a very pacific gentleman, cautiously answered Northcott, 
though uneasy about the semi-elliptics, Pushrods, he said, ought to last 
if of R.R. cualitys; the oil consumption was not excessive; a driver can make 
sensible use of shutters; 3-speeds seem sufficient for the horsepower and 
lessen weight and cost, Also, brake-drums of the "Twenty's" size were 
sufficient. He couldn't see why semi-elliptics were fitted but concluded 
that Northecott's suggestions only added to costs which Northcott himself 
grumbled about, 


In the Oct.7th issue, the Editor was obliged to hold over many replies 
until later issues,"... so great is the interest aroused ... and so numerous 
are the letters ..."(p.850). 


One well-known figure, J.T.C. Moore-Srabazon, (p.932) edopted a slightly 
pontifical objective view and pronounced the 20 H.P. "... a very excellent 
vehicle of somewhat uninteresting standard American type." 


"Nisappointed", however, was very disappointed: "The whole specification 
has an Americnn flavour which is, in my opinion, totally out of keeping 
with the reputation of Rolls Royce" (p.84%). Speaking for himself" and older 
motorists", he mentioned push-rods, unit construction of engine-gearbox, 
“imitation Delco ignition", central change and straight-sided tyres (which 
another critic referred to as "new-fangled gedgets ..." (p.1090), 


"Stoughton" recommended optional positions for the gear-lever and a 
reverse stop on it ( -as a refinement, he said). He also objected to the 
black lamps then current, 


The rear-wheel brakes provided ammunition for many. "I do not want to 
go into the 'fors' and ‘againsts' of the new Rolls, but ...", began one 
writed, who had ",.. a dislike for putting all my eggs in one basket", 
regarding braking systems, This correspondent in fact warmed to his theme 
end accused another of "telking through his hat". A more reasoned reply 
suggested 4-—wheel brakes for use on steep hills and rough country, and mentions 
"the limited adhesive power" (p.1090) of 2 back tyres only. 


"Driver-Mechanic" coolly argued thet it was a good thing that a driver 
could resulate the engine heat, thus assisting the development of maximum 
energy at 10 deg. - 15 des. below boiling point, 


Put "Donovan H.Lee" (p. 1090) remained glum, lle quoted the short chassis 
and touring hody, as "dreadful failings", and selected the "ugly scuttle", 
"box-like body", 2-wheel brakes and comparative price = £1,100, ( with Delage 
and Isotta-Fraschini) as "faults". 


H, Whitaker, however, a cuiet sensible wit —"I am neither left-handed nor 
ambidextrous"— upheld the central gear-lever for the access of entry, and 
wondered whether many opponents had actually tried it ... 


Probably the best letter to represent one particular attitude to the 
"Twenty", came from "Progress" (p.1090), whose title was more apparent than 
real, "Personally", he moaned, "I am distinctly disappointed in the whole 
design ... the Yankee windscreen and louvre shutters may be all very well, 
but they do not appeal to Englishmen generally ..." He labelled the narrowing 
of the wheel-track as "retrograde", and the central ‘change "ea abomination," 


Peppered throughout correspondence were letters which contributed little 
to facts, though they indignantly criticized those daring to criticize 
Rolls Royce critics; an enchanting sidelight: Writers were often highly 
outreged, exasperatingly reasonable, or merely fatuous. 


The most hilarious letter (in this writer's opinion!) came from a pram 
maker, (pp.. 1046/47) who, "... as a big manufacturer", sympathized with Rolls 
Royce over production problems and went off to inquire whether there were to 
be American—built "Twentys". He querulously criticized the central gear— 
position and became airily upset about "... having coats, legs, etc; caught 
by it ...". He concluded; " P.S. My biggest complaint of the 20 H.P.. is 
the honnet — it does not look distinguished enough for a Rolls". One suspects 
an inability to remedy it himself ... 


Although this article has not (consciously! ) tried to evaluate the various 
criticisms of the 20 H.P. when it was introduced, it's not difficult to finish 
with a mention of two particularly fine letters, each of about 14 full-page 
columns, which very intelligently summed-up the virtues of the "Twenty", 


One was from Oliver Lyle, who owned a 40/50 and hed driven a 20 H.P- It 
was rather technical, deliverate, comprehensive and successfully ansvered 
Northcott's eight criticisms without exaggerating the "Twentys" claim to 
eminence. It was not without humours; if the shutters were accidentally left 
shut, one could shave or have a cup of tea. "What does it matter" he said 
(p. 1046), “whether the springs are semi-elliptic, cantilever, tetrahedral, 
colloidal or anything else, so long as they provide easy suspension?,.. The 
suspension of the new R.R, is admirable. It does not float in the priceless 
feshion of its big sister, but it has its sister beaten on corners and during 
braking ... He said the spare wheel is "in its academically right place"- 
but anyone can change it. Regarding petrol gauges:"I think it would be jolly 
to have indicators on the dash to show the amount of grease in each shackle 
and the temperature of each big end..." and concluded that the 20 H.P. "is 
quite the most charming car I've ever driven." 


The other came from "M.D.5522" (pp.849/'50) and also dealt with Northcott's 
eight points in a manner that was very dry, objective, slightly satirical and 
extremely logical. This magnificent elaboration of the 20 H.P's vices and 
virtues included such pieces as, "... it should not be beyond any individuel 
to operate the shutter accordingly"... and that the R.R. designer "assumes 
some measure of intelligence in those who own and drive his cars", This 
intelligence is also assumed in the matter of the petrol gauge and the "simple 
mental arithmetic" involved. He elaborately considers 3 v. 4 gears, stating 
that position is a matter of preference, though on top of the gearbox is 
preferable with unit construction. He finally exorts Northcott to try a 
"Twenty"; which suggestion this writer can only repeat! 
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SOME THOUGHTS ON THE 20 H.P. AND 20/25 H.P. ROLLS ROYCE Cars 
by Gilbert Ashby 


In October 1959, I purchased from George Sevenoaks my first Rolls Royce 
car. It was a 20 H.P., chassis No. GPK 42, with a touring body by Windover. 
It had particularly attractive lines, and looked very fine. This model 
was the first 20 H.P. to have four wheel brakes and a four-speed gearbox with 
right-hand visible gate control. In spite of a not inconsiderable mileage 
in the hands of its numerous previous owners, it ran cuite well. 


However, I was anxious to aceuire a rodel with a closed body, and with 
more power and performance. In July, 1960, the tourer was returned to George 
Sevenoaks. (It now belongs to Keith Ball). I drove away in a 1934 20/25 H.P. 
chassis No.GRC 53, with a body by Rarker of London. This body is No. 6831, 
which number is impressed on every removable floor board. It was probably 
built as a chauffeur's car, as the front seat, although with divided seat 
cushions, is non-adjustable, and there is a wind up glass division between 
the compartments. The front seat is upholstered in what is probably the 
original black leather, with matching black trim on the doors. The front 
floor has a new rubber mat. In the rear compartment, the seat has recently 
been re-upholstered in cloth, and a new brown carpet covers the floor. The 
rear doors have the originel fawn trim matching the roof lining. There are 
no occasional seats. 


The black paintwork, and indeed the whole car, was very much in need of 
a cleaning when the vehicle first arrived home. It has responded remarkably 
well to polish and elbow grease. There is still much to be done before it 
will sperkle with some of its pristine splendour, but it is rewarding to see 
so much beauty revealed from beneath a coating of grime, 


Fortunately, the car appears to be in good cendition mechenically. 
Apart from cleaning and lubrication, attention it has received so far includes 
the removal of superfluous, foreign impedimenta from beneath the bonnet, the 
re-location of the number-plates to improve their visibility, and the tidying 
of certain interior trin, 


According to many experts, the performance of both 20 H.P. and 20/25 H.P, 
cars is negligible, comnared with Silver Ghosts and Phantoms and this is auite 
true. However, the 20/25 is a remarkable improvement on the 20 H.P. It is 
extremely suiet, and the ride is very smooth. The suspension ahsorbs 
irregularaties in the road surface with a remarkable facility. 


The following observations summarise some of the differences between the 
20 HLP. and 20/25 H.P. cerss= 

The Engine in the 20 11.P, has 3" bore x 43" stroke, giving a capacity of 
ebout 3 litres, In the 20/25 the bore is increased to 34", making the 
capacity 3,669 c.c.. The engine layout in the 20/25 is basically the the same 
es in the 20 H.P. with detail differences. The carburetter is fitted with an 
air intake silencer and the radiator is larger. The fuel tank has a built 
in reserve supply. 

Wheelste= The first 20 H.P. had 32" x 44" wheels, Smaller wheels were 
fitted to later "Twenties", The 20/25 has 6.00 x 19 tyres. 

Gearbox and Reer Axle:- The 20/25 H.P. gearbox is fitted with synchromesh 
on third and top gears, and hes an oil-level dipstick. An additional frame 
cross member supports the gearbox. he proreller shaft universal joints are 


of improved design, and the rear axle has different arranrements for draining 
the oil. 
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Brakes:— The 20/25 continues to use the four-wheel servo-assisted system 
introduced on the 20 H.P. in 1925, However the brake drums now have 
circumferential fins, The hand-brake lever is of more pleasing design, 
matching the gear lever in appearance. The hand brake now has its quadrant 
above the floor and closer to the gear lever axis. 

Lubrication:— The 20/25 W.P. has the centrelised Chassis lubrication 
system, which greatly reduces the number of bearings requiring individual 
attention with grease gun or oil can. 


One part of the car that epitomises the huskier character of the 20/25 
is the bulkhead between engine-room and front compartment, On the 20 H.P. 
this is a simple aluminium sheet,’ On the 20/25 it is a massive aluminium 
casting with stiffening webs and elaborate bracing where the steering column 
passes through it. 


Perhaps the most outstanding difference on the 20/25 is the radiator vith 
its thermostatically-controlled louvres. Of stainless steel instead of 
german silver, it is of considerably greater area and is of more imposing 


appearance, 


Truly the 20/25 .P. impresses the observer as being a worthy companion 
for its stable-mate, the contemporary Phantom 11. 


RESTORATION OF A 1915 SILVER GHOST BY 
JIM BICKETT AND CLAUDE REILLY 


Chassis No, 6 TB 
Coachwork London-Edinburgh Tourer Replica 
Engine 6 cylinder, 44" bore x 43" stroke 7.41 litres 


OWNERS! ACCOUNT OF THE RESTORATION 


This car was delivered to the late Sir Owen Cox of Sydney in 1915, and 
was one of the last cars built by Rolls-Royce Ltd, prior to the First World War. 
The car in its original form was fitted with a Barker built tourer with 
eluminiun panels, 


Nothing is Iknown of the history of the car from the time it went out of 
its warranty in 1918, until 1948, when the car was bought by Mr.Robert Bonsey, 
now of Lorne, Victoria. The original body had been removed, and a Weyman 
febric body fitted. Mr. Ponsey drove the car a great deal, upwards of 50,000 
miles, until he sold it in 1951 to Mr.T,McRean of Casterton, Victoria, who ran 
it until 1954, when, unfortunately, it threw a con-rod, It was in this 
condition that the present owners bought the car and had it transported to 
Geelong in September 1955, 


Jim Rickett, now one of the co-owners, an engineer by profession, has heen 
responsible for all the work done on this car, at times being assisted very 
ably by other specinlists and craftsmen, 


55 


Claude Reilly 
and Jim Rickett | 
with 6 TB, the 
1915 Silver 
Ghost they have 
completely 
restored. 


Keith Ball's 
20 H.P. 
mentioned in 
the article 

on the previous 
page. 
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Very Briefly the main work is summarized as follows: 

Engine:= No. R,100, As found the cylinders showed .012 to .015 teper, 
which after boring and cleaning up ere .04 oversize. 

Crankshaftt~ .901 to ,003 ovality, and considered not worth the exnense 
of grinding. End plugs removed and oilways throughly scoured of thick mass 
of sludge. 

Mein Pearings:= Main bearings in good order ond replaced after easing 


and scraping. The rear main wes re-metalled on the flange face. 
Big Ends:- All big ends showed signs of breaking down, and were 
re-metalled and fitted. The bearing shims were uniformly ground. 


Timing Gears:- In excellent order. Bearing in the idler wheel wes 
replaced with a new one. The Slipper Drive was cleaned only. 

Pistons3—- Alloy, semi-domed with 5 rings, Top rings in eech case were 
broken and compacted in the ring lands, New pistons fitted with 3 rings, 
using the original piston pins, which were centre ground, An unusual ferture 
is that the gudgeon size in this engine is 1.1, whereas in most of the R,R's, 
of about this time the gudgeons pins appeared to be much smalier in diameter, 
as low as 7/8", This factor presented quite a problem when it came to replacing 
the No. 2 con-rod, which was a complete write off. Both bolts in the big end 
had sheared off ellowing the end of the con-rod to be cerried across the ton 
of the journal, and pushed right through the crankcase. The crankshaft suffered 
only minor markings to the journal face ond cleaned up very smoothly and the 
cemsheft was quite unmerked, A 7/8" sudgeon sized rod was taken and built up 
with erc weld, shaped end machined and fitted, and is proving ouite satisfactory 
un to date, This course was adopted of necessity as no con-rods were svailahle 
even Rolls Royce Ltd., being unable to supply a new component. The jegged 
hole in the crank case was drilled and shaped and on alloy plate screwed and 
and tapred to fit over the hole, and is the only visible reminder of the damage. 

Valves:= These were found to be in very bad condition and the best of 
two old sets were used to make up one good set, the stems recuiring to be built 
up and machined end the guide-holes reanered,. 

Exhaust System:- The original silencing system had been removed, and 
the primary expansion chambers were badly warped, these letter were heated and 
straightened and gussets were welded for strengthening, A new baffle box wrs 
mede and consists of three chemlers, one being a common mixing chamber, leading 
into a 23" tube tailpipe reduced to 2", 

Carburettor:— Considerable wear had taken place in all the working parts, 
perticularly the dash pot which was machined and bushed and the piston machined 


to suit the new bush, Mileage being obtained is a little better than 12.4 
tpg. at 40 miles per hour, 
Air Pump:- This hed been abandoned in favour of a vacuum tank, The 


pump now operates setisfactorily but is found to be best at about 40 m.p.h. 
Too frequent stopping necessitates use of the hand pump. 

Petrol Tank:= The tank was opened and the dents hammered out and the 
brackets removed and sweated in preference to rivetting,. 

Magneto:- The Bosch ZR6 required a lot of work, New bearing fitted, 
the shaft straightened and remagnetized. The magneto has since been rewound, 

Steering:- The lower stry had been cut off as had about 2" from the top 
of the column, The steering nut is slightly worn but very little excess 
movement is noticeable. A new steering control arm was fitted and a set of 
new ball joints and e set of new king pins and bushes also installed. 

Front Axle:- A check showed this to be 4" out of true and had to be 
straightened, 

Dumb Irons:-=- New end pieces were fitted and the off side dumb iron had 
to be straightened almost 13". 

Wheelss— Wire, well-based, 21" x 600", New ball races were fitted in 
the rear wheels, the front renuiring only a new set of balls. 
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Springs:— A new main leaf was required for the near side front spring. 
All springs were dismantled and the grooves end rust ground out; geiters on 
the rear were removed end not renleced. New shackles, shackle pins and bushes 
were fitted in each instance. 


Brekes:— A set of new brake drums were fitted and bushes were replaced, 
as were cables. 

Clutchs—- The throw-out lever, thrust ball race and locking ring were 
replaced with new parts as was the clutch stop. 

Jack Shaft:- This, together with Carden shaft, blocks and pins, were 
replaced with a new set. 

Gear Box:- The locking ring mounted on the front of the box was tightened 


otherwise, apart from thorough cleansing the gear box was not touched, although 
it is fair to say that the hox emits a noticea!:le whine. 


Universal:— A set of new bronze bushes and steel thimlbles and a new 
splined cross-shaft were fitted. 

Pinion:- This was found to have "shelled" on one tooth, which was 
rebuilt with Toolcroft and honed and to date aprears to be standing up ruite 
well to its work, Several locking rings and the retaining nut on the end of 
the propellor shaft were replaced with new parts. 

Bodywork :— As no trace of the oripinal body remains it was decided to 
build a replacement resembling a London Edinburgh. Contemporary photographs 
were examined and a general plan drawn up and later discerded,. A light 


timbered pattern was made and placed on the chassis and passed over to a 
coachbuilder who roughly followed the pattern, This thm was returned to the 
owners, who immediately detected errors in the design and modified the frame— 
work in nearly every way. The only panel beating handled by a professional 
was the forming of the steel panels on the rear end of the car. The body 
work is painted Fritish Racing green, The bucket seats and interior were 
trimmed by an upholsterer. The back seat is in the process of being finished 
and a hood is also being made. 


In conclusion, it is very pleasing to reflect that so many pleasant 
acouaintances were made during the re-creation of 6 TR. 


RILL FLEMING'S 1924 SILVEn GHOST 
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RILL FLEMING'S 1924 SILVER GHOST 
THE FIRST ROLLS TO REACH AUSTRALIA WITH 4 WHEEL BRAKES 


Chassis No. 47 AU 
Coachwork Tourer by Smith & Waddington - Sydney 
Engine U 38 6 cylinder 44" bore x 49" stroke 7428 cc 


OWNER'S STORY 


I had been hunting for a Rolls Royce for some time and had inspected 
several which had not particularly appealed when Frank Meek told me of one at 
Eastwood N.S.W. An expedition revealed the answer to all my dreams - a 
four-wheel brake Ghost, with a lovely line to its touring body, no signs of 
rust and almost entirely original. Apart from a rather mourn*ul looking 
front mudguard, a tendency to blow blue smoke, the odd clunk from the engine 
and the whole being painted a most sickly shade of pale blue, while the entire 
underneath of the chassis was thickly coated with guano acquired in the island 
of Nauru; it was in Frank's words "singularly salubrious". 

We crawled all over it of course and listened to the engine and pretended 
not to be particularly impressed and then arranged to return that night with 
Paul Shellshear, the acknowledgedexpert on Silver Ghost clumking noises, 
for a test run. Frank and I discussed it, and decided on a price, Put 
when we returned with Paul in the evening, his advice cost me at least fifty 
quid, for all he did was drool at the mouth and walk round and round saying 
"Isn't she lovely?". On listening to the noisy engine Frank and I looked 
at each other, shook our heads wisely and said "Sounds like main bearings to 
me" Paul quite unabashed exclaimed "No! That's only tappets, Glorious, 
absolutely gloriousi". So I became the owner of a Silver Ghost - albeit 
at a somewhat higher price than I had intended! 


Then started the long process of restoration, The first intention was 
to do it piece-meal and use the car mean while, however, this plan was met 
with such a glassy stare and dark brown look from the secretary that I was 
forced to gash out and buy a Humber for transport while the Ghost went round 
behind the Mess, up on to blocks and just about everything that could come 
off was taken off. Tt had a very understanding colonel who thought it was 
rather fun having a Rolls Royce among his officers' cars and so I could make 
as much mess as I liked and it wes all looked on benignly, besides being 
allowed to completely fill one room with hits of Rolls Royce. 


At this stage I was earning my crust by flying aeroplanes all around 
Australia and oddly enough it was simpler for me to have things done in 
Brisbane than in Sydney for I was lften flying up there and so would load 
stacks of things in e kit-bag, deliver them to my father who would then have 
them ready for me to pick up next time I came through. Twelve hundred miles 
for a bit of chrome plating! During my travels round about I also acquired 
a diver's helmet tail lamp and a magnificent copper oil can for the scu+tle. 
Six months ago, while in Virginia, I aceuired a most magnificent travelling 
trunk being used by some ignorant person to hold life—jackets in his speed 
boat, It has since been delivered, none the worse for its ten thousand mile 
journey I am gled to say. 


Generally then what has happened to the car is that she has been completely 
cleaned down and repainted British racing green, bright work re—-chromed, 
completely re-upholstered in hide, the engine taken down, new rings fitted, 
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pistons expnnded and bearings tightened, new muffler fitted and all detail work 
restored as far as possible to original specifications, On November 26th, 
1960, after two years of utter silence engine U 38 (witi a cloud of smoke that 
would do justice to a steam roller) burst into most satisfactory life! 


Over the last Australia Day weekend Stan Nash and I took the Ghost out 
to the Darling Downs.: We drove 132 miles between Dalby and Condamine 
imagining that the indicated 60 m.p.h. was optémistic, however, in the best 
"beware of silent cars" tradition we calculated on reachirg the other end that 
the everage spe had been 54 m.p.h. and fuel consumption 14 m.p.g. 


LEADING PunTICULARS OF CHASSIS 


Engine :- 6 cylinders in two groups of three, side valves, Rolls Royce 
battery ignition with automatic advance and also independent magneto ignition, 
forced lubrication ,cooling by pump circulation controlled by thermostat, 

Rolls Royce sutomatic expanding carburetter with starting carburetter, hand 
controlled throttle governor. 

Gearbox:— Four speed and reverse — side control, speedometer and servo 
motor drives incorporated. ( 47AU is one of the few Ghosts with gears lapped 
giving quieter running). 

Propellor shaft:- Enclosed in torque-tube, one universal joint completely 
enclosed within sperical torque tube anchorage. 

Back Axle:— 3.5 3: 1 ratio. Spiral bevel drive, full floating road 
wheels entirely carried on axle tubes. 

Brakes:— Internal expanding, servo operated on all four wheels. 
Independent hand brake operating on rear wheels. 

Road springs:— Full cantilever over—slung rear, semi-elliptic front. 

Wheels:~ Dunlop detachable wire wheels 33" x 5", straight side cord 


tyres. 
Wheelbase :— 149.7" 
Track:- Front 57" Rear 56" 
Petrol Tenk:- 18 gallons capacity, at rear of chassis. Vacuum feed, 
Weight:—- Chassis complete with tyres, battery, petrol, oil and water, 


but excluding spare wheels, lemps and other accessories: 3800 lbs. Weight 
on road 47 cwt. 
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